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DESCRIPTION  OF  MAP. 


The  accompanying  map  represents  the  route  of  the  Steubenville 
and  Indiana  Rail  Road,  with  the  proposed  connections,  extending 
eastward  to  Philadelphia  and  westward  to  Cincinnati  and  St.  Louis. 

It  embraces  a  chain  of  rail  road  connections,  unequaled  in  the 
United  States  in  the  length  and  directness  of  its  course,  in  the 
agricultural  and  mineral  resources  of  the  country  traversed,  and  its 
pooulation  and  adaptation  for  the  cheap  construction  and  working  of 
a  rail  road.  It  also  connects  some  of  the  great  cities  of  the  east  and 
west,  by  the  shortest  line  that  can  be  constructed  between  them, 
and  is  therefore  possessed  of  all  the  elements  necessary  to  constitute 
it  a  successful,  useful  and  profitable  undertaking. 

Starting  on  the  Atlantic  sea-board,  at  the  city  of  Philadelphia,  it 
traverses  the  very  heart  of  the  great  states  of  Pennsylvania,  Ohio, 
Indiana  and  Illinois,  and  terminates  at  the  two  great  commercial 
cities  of  the  west — Cincinnati  on  the  Ohio,  and  St.  Louis  on  the 
upper  Mississippi.  Between  Pittsburgh  and  St.  Louis,  such  is  the 
directness  of  the  line  of  this  route,  that  its  greatest  departure  from 
an  air  line  is  less  than  twenty  miles. 

Viewed  either  as  a  means  of  facilitating  the  commerce  of  so 
extensive,  productive  and  populous  a  portion  of  the  country,  or  as  a 
bond  by  which  the  commercial,  social  and  political  interests  and 
relations  of  four  of  the  largest  and  most  populous  states  of  the  Union 
are  bound  together  and  united  as  one,  it  must  be  regarded  as  a  work 
of  great  and  national  importance.  As  a  means  of  giving  direction 
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to  the  export  and  import  trade  of  the  Great  West,  its  importance 
cannot,  be  over-estimated  to  those  whose  interests  are  affected  by  the 
destination  and  transaction  of  this  trade.  Commerce  must  necessarily 
be  attracted  by  the  means  afforded  for  its  transaction ;  and  it  would 
be  as  reasonable  to  expect  ships  to  sail  between  points  where  there 
is  no  water  communication,  as  produce  to  be  transported  between 
points  where  there  are  no  proper  facilities  afforded  for  it. 

As  a  whole,  few  persons  would  be  so  bold  as  to  propose  a  work  of 
the  magnitude  of  that  here  presented  to  our  view ;  but  when  viewed 
in  the  separate  and  detached  parts,  by  the  blending  together  of  which 
this  whole  is  to  be  composed  and  made  up,  some  of  which  are  already 
in  successful  operation,  others  advancing  rapidly  to  completion,  and 
all  calling  forth  determined  and  vigorous  efforts  in  their  prosecution, 
we  will  be  surprised  to  find  how  little,  rather  than  how  much  remains 
to  be  done  in  order  to  secure  the  accomplishment  of  so  great  a  work- 

The  great  Central  Rail  Road  of  Pennsylvania  provides  for  the 
completion  of  the  road  from  Philadelphia  to  Pittsburgh,  a  distance 
of  855  miles.  This  work  is  advancing  to  its  completion  with  an 
energy  and  determination  that  places  the  result  beyond  all  doubt, 
within  a  very  short  period  of  time.  From  Cincinnati  to  Columbus, 
a  distance  of  121  miles,  the  road  is  already  finished  and  in  successful  op¬ 
eration.  Of  the  distance  between  Steubenville  and  Columbus  46  miles 
may  be  regarded  as  provided  for,  being  that  portion  of  the  Zanesville 
and  Columbus  Road  parallel  with  the  route  of  the  Steubenville  and 
Indiana  Road,  and  which  can,  by  arrangement  with  that  company, 
be  used  in  common,  leaving  a  distance  of  149  miles  to  be  provided 
for  to  complete  the  connection  between’  Philadelphia  and  Cincinnati, 
40  of  which  are  east  of  Steubenville. 

From  Columbus  to  Indianapolis  we  may  regard  the  road  in  nearly 
the  same  state  of  forwardness  as  That  between  Philadelphia  and 
Pittsburgh,  parts  of  it  being  now  in  successful  operation,  and  the 
construction  of  the  remainder  being  placed  beyond  doubt.  From 
Idianapolis  important  roads  are  already  constructed,  radiating  from 
this  common  centre  and  penetrating  the  rich  plains  of  Indiana  in  all 
directions.  Among  these  the  road  to  Terre  Haute,  on  the  Wabash, 
a  distance  of  72  miles  in  a  direct  line  to  Saint  Louis,  is  rapidly 
approaching  its  completion.  From  this  point  to  St.  Louis  the 
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distance  is  170  miles,  stretching  in  a  direct  line  across  the  heart  of 
the  rich  state  of  Illinois,  and  over  a  country  peculiarly  adapted  to 
the  construction  of  a  rail  road.  Nothing  is  wanting  to  secure  this 
portion  of  the  route  but  the  favorable  action  in  its  behalf  of 
the  Legislature  of  Illinois.  The  rival  claims  of  St.  Louis  and  Alton 
have  heretofore  delayed  this  action ;  but  no  reasonable  doubt  can  be 
entertained  that  these  conflicting  interests  will  soon  be  harmoniously 
and  satisfactorily  adjusted. 


Digitized  by  the  Internet  Archive 
in  2017  with  funding  from 

This  project  is  made  possible  by  a  grant  from  the  Institute  of  Museum  and  Library  Services  as  administered  by  the  Pennsylvania  Department  of  Education  through  the  Office  of  Commonwealth  Libraries 


https://archive.org/details/reportofboardofdOOsteu 


As  before  mentioned,  the  design  of  this  road  is  to  extend  tra 
Steubenville,  on  the  Ohio  river,  to  the  Indiana  State  line,  passing 
through  Columbus,  and  forming  a  part  of  the  direct  line  between 
Pittsburgh,  Cincinnati  and  St.  Louis.  For  this  purpose  a  company 
was  incorporated  by  an  act  passed  by  the  Legislature  of  Ohio,  24th 
February,  1848,  conferring  upon  said  company  all  the  privileges 
of  the  general  law  of  February  11th,  1848.  TJuder  this  act  the 
company  has  been  organized,  and  is  now  actively  engaged  in  the 
prosecution  of  such  measures  as,  in  the  opinion  of  the  Directors, 
will  secure  the  construction  of  so  much  of  the  road  as  will  complete 
the  connection  with  Columbus,  and,  as  a  consequence,  with  the  other 
points  indicated.  The  distance  to  be  constructed  by  us,  as  stated, 
is  about  109  miles. 

In  presenting  the  claims  of  a  work  of  this  character  to  public 
attention,  it  is  necessary  to  show  that  its  merits  are  such  as  to 
command  the  confidence,  in  order  that  it  may  secure  the  support  of 
those  who  have  an  interest  in  its  construction.  This  we  propose  to 
show  as  briefly  as  we  can,  by  presenting  a  few  general  propositions, 
and  the  facts  by  which  they  are  sustained. 

First — A  Rail  Road  extending  from  Steubenville  to  Columbus 
mag  be  constructed,  with  low  grades,  and  at  a  moderate  cost. 

It  is  a  well  known  fact  that  the  face  of  the  country  bordering  on 
’he  Ohio  river,  and  extending  for  a  distance  of  from  twenty  to  forty 
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miles  parallel  with  the  river,  presents  the  feature  ol  lofty  hills, 
broken  by  the  intersection  of  numerous  and  deep  ravines.  These 
ravines  being  formed  by  the  various  currents  of  water  flowing  into 
the  Ohio,  their  general  direction,  and  that  of  the  accompanying 
ridges,  is  at  right  angles  with  the  river.  Hence,  in  selecting  the 
location  for  a  rail  road  extending  from  the  river  into  the  interior  of 
the  State,  the  valleys  of  these  affluents  must  be  adopted  as  the 
routes  by  which  the  hilly  region  bordering  the  Ohio  must  be  passed. 
The  valleys  which  present  themselves  as  adapted  to  this  route  are 
those  of  Cross  Creek,  Connotton,  and  Stillwater,  which  empties  into 
the  Tuscarawas,  thence  with  the  valley  of  that  stream,  and  by  one 
of  its  tributaries,  into  the  valley  of  the  Scioto. 

This  route  has  been  surveyed  by  two  competent  and  experienced 
engineers,  in  two  distinct  surveys,  the  results  of  which  we  will  here 
present. 

The  first  survey  was  made  by  Doctor  Charles  T.  Whippo, 
of  Pennsylvania,  a  gentleman  of  well  known  reputation  and  high 
character  as  a  civil  engineer,  and  the  result  is  thus  briefly  summed 
up  in  his  report : 

“  It  will  be  perceived  by  the  following  table  of  grades,  that  our  highest 
grade  is  upon  19f4  miles,  and  that  upon  the  remaining  portion  of  the  line 
it  will  be  very  light — averaging  11  to  22  up  to  26  feet.  The  grade  from 
tlrichsville  to  Coshocton  will  be  less  than  three  feet  to  the  mile,  and  that 
from  Coshocton  to  Mt.  Vernon,  5  feet  per  mile. 

i 

TABLE  OF  GRAEDS. 


Plane 

\o.  Distance. 

Grade  to  mile. 

Plane  No. 

Distance. 

Grade  to  mi 

1 

3  miles  360  feet 

11.22  feet. 

10  1 

mile  1624  feet 

22.15  feet. 

2 

3  “  1224  “ 

22.89  “ 

11  6 

“  1368  “ 

*30.55  “ 

3 

1  'l  084  “ 

18.54  “ 

12  4 

“  2208  “ 

130.55  “ 

4 

2160  “ 

22.00  “ 

!  13  9 

“  2808  “ 

5.38  “ 

5 

1  “  768  “ 

14.84  “ 

14  3 

“  576  “ 

J30.35  “ 

0 

2  1104  “ 

15.84  “ 

15 

1296  “ 

0.00  “ 

7 

1  “  4656  “ 

15.94  “ 

1  16  5 

“  2976  “ 

1130.55  “ 

8 

1  “  768 

14.84  “ 

1  17  3 

144  “ 

7.93  “ 

9 

1  “  3144  “ 

25.69 

'Ascending  Cross  Ck.  Summit.  fDescending  into  Connotton.  JAscending  Connotton 
Summit.  TTDescending  into  Stillwater. 


“  It  may  be  remarked,  that  we  have  favorable  ground  for  the  construction 
of  a  Rail  Road  upon  the  entire  route,  with  the  exception  of  15  miles  in  the 
Cross  Creek  valley,  and  the  deep  cuts  at  the  two  dividing  ridges  alluded  to. ,r 

The  following  report  is  from  JACor>  Blickensderfer,  Jr.,  the 
chief  engineer  now  in  the  employ  of  the  company,  and  at  this  time 
engaged,  with  a  competent  corps  and  two  experienced  assistant 
engineers,  in  the  service  of  the  company.  Mr.  Bliekensderfer’s  long 
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connexion  with  the  public  works  of  Ohio,  and  his  known  character 
as  an  able  engineer  are  a  sufficient  guarantee  for  the  accuraev  of 
his  statements : 

“I).  Kilgore,  Esq.,  President: 

“  Sir  :  From  the  examinations  which  have  been  made,  I  do  not 
hesitate  to  say  that  an  excellent  road  can  be  built  on  the  route  of 
the  Steubenville  and  Indiana  Kail  Road,  at  a  reasonable  cost.  The 
route  is  in  many  respects  much  easier  than  was  expected.  The 
ridge  dividing  the  waters  flowing  into  the  Ohio  from  those  flowing 
into  the  Tuscarawas  is  lower  and  more  easily  crossed,  and  the  curves 
and  grades  will  be  better  than  I  had  supposed. 

“  The  surveys  have  not  arrived  at  that  state  of  fordwardness  which 
enables  me  to  give  statements  in  detail,  showing  all  the  features  of 
the  road,  but -its  general  characteristics  have  been  fully  developed. 

“  The  distance  from  Steubenville  to  Coshocton,  by  the  route  of 
the  Steubenville  and  Indiana  Kail  Road,  will  be  about  81  miles. 
Of  this  portion  of  the  road  more  than  one  half  lies  in  the  valleys 
of  the  Tuscarawas  and  Connotton,  on  ground  admitting  of  the 
construction  of  a  road  at  a  very  reduced  cost,  with  easy  curves  and 
grades,  probably  in  no  case  exceeding  10  feet  per  mile.  The  more 
easterly  portion  of  this  line,  comprising  the  first  36  miles  from 
Steubenville  westward,  situated  in  a  more  broken  country,  will  be 
somewhat  more  expensive,  but  even  here  the  cost  of  construction 
will  be  within  moderate  limits,  and  the  curves  and  grades  favorable. 

“In  no  instance  will  grades  exceeding  abont  391  feet  per  mile  be 
required.  The  minimum  radius  of  curvature  will  not  be  less  than 
1500  feet,  and  may  perhaps  be  increased  to  1910  feet. 

“Between  Coahocton  and  Columbus  the  road  will  also  be  of  easy 
construction,  with  favorable  curves  and  grades ;  and  I  am  satisfied 
that  the  entire  road  from  Columbus  to  Steubenville  will  be  of  a 
character  which  will  compare  favorably  with  any  other  line  of 
communication  between  the  interior  of  the  State  and  the  Ohio 
river,  and  a  large  proportion  of  it,  (being  that  part  situated  in  the 
valleys  of  the  Muskingum,  Tuscarawas,  Stillwater  and  Connotton) 
will  be  equaled  by  few  other  roads  in  the  State. 

J.  BLICKENSPERFER,  Jr.,  Chief  Engineer 

SECOND — The  heal  business  which  would  necersarily  he  attracted  by 
this  road,  would  make  it  a  prof  table  investment  of  capital. 

The  Jladison  and  Indianapolis  Rail  Road,  in  regal'd  to  its  length, 
the  nature  of  its  business,  and  the  character  of  the  country  through 
which  it  passes,  furnishes  a  comparison,  the  results  of  which  may  be 
relied  upon.  This  road  derives  its  business  almost  entirely  from  the 
counties  of  Marion,  Shelby,  Johnson,  Bartholomew,  Jackson,  Brown, 
and  Jennings,  and  parts  of  Morgan.  Hamilton,  Hancock,  Decatur, 
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Hendricks,  Ferry,  stud  Jefferson,  '('lie  following  statement,  from 
the  books  of  the  Auditor  of  State  of  Indiana,  will  serve  to  shew  the 
population  and  wealth  of  the  counties  above  referred  to: 


Counties. 

Acres  assessed 
m  1848. 

Value  of  Lands. 

Total  Value  of 
all  Taxables, 

No.  of  Polls  in 
1848. 

Marion  -  -  -  - 

240,670 

$1,556,257 

$4,136,880 

3,307 

Shelby  -  -  -  - 

254,541 

978,303 

2,243,830 

2,190 

Johnson  -  -  -  - 

189,800 

921,493 

2,103,983 

1,692 

Bartholomew  -  - 

234,736 

804,652 

1,708,928 

1,886 

Jackson  -  -  - 

203,482 

625,081 

1,094,475 

1,509 

Brown  -  -  -  - 

38,362 

97,923 

257,508 

546 

Jennings  -  -  - 

200.460 

270,801 

932,880 

1,503 

%  of  Morgan  -  - 

162,786 

652,221 

1 ,392,857 

1,495 

%  of  Hamilton  - 

164,136 

495,997 

1,004,070 

1,168 

of  Hancock  - 

95,321 

233,069 

526,085 

654 

i-3  of  Decatur  -  - 

68,240 

279,259 

706,051 

696 

of  Hendricks  - 

61 ,046 

188,964 

474,237 

505 

1-5  of  Henry  -  - 

48,629 

243,466 

574,157 

509 

1-10  of  Jefferson  - 

18,419 

95,066 

i  472,678 

298 

Totals  -  -  - 

1,980,634 

$7,643,552 

1  $17,628,619 

17,958 

This  road,  deriving  its  trade  from  this  district  of  country,  it  is 
ascertained  has  made  nett  profits  avaraging  over  12  per  cent,  per 
annum  on  the  capital  invested  in  the  construction  and  equipments  of 
the  road. 

Similar,  and  equally  favorable  results  would  be  shown  by  the 
local  trade  of  the  Little  Miami  and  Mansfield  and  Sandusky  roads, 
in  this  State. 

The  following  statement  exhibits  the  area,  valuation  and  popula¬ 
tion  of  the  counties  traversed  by  the  Steubenville  and  Indiana  road  : 


Counties. 

Acres. 

Value  of  Lands. 

Total  Value  of 
Taxables. 

No.  of  Polls 
in  1840. 

Jefferson . 

255,062 

4,521,153 

7,212,908 

5,184 

Harrison . 

254,080 

3,084,206 

4,424,054 

3,984 

Tuscarawas  -  -  - 

356,982 

3,861,949 

5,529,424 

5,657 

Coshocton  -  -  -  - 

347,278 

3,775,556 

4,945,035 

4,530 

Licking  ----- 

429,480 

6,033,888 

8,931,727 

7,458 

Franklin  -  -  -  - 

331,227 

5,607,713 

11,108,963 

6,209 

Totals  -  -  -  - 

1,974,099 

26,884,465 

42,152,111 

33,024 

An  area  of  10  miles  in  width  each  side  of  the  road,  extending 
from  Steubenville  to  Columbus,  would  include  1,984  acres  of  land,  1^984, 
of  about  the  same  average  value  and  population  represented  in  the 
above  table.  This,  as  compared  with  the  Madison  and  Indianapolis 
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road,  is  claiming  for  our  road,  1  ;>5  miles  long,  a  less  area  of  country 
from  which  its  local  trade  is  to  he  derived,  than  is  allowed  it,  which 
is  only  86  miles  long;  whilst  the  population  of  our  smaller  area  is 
nearly  double,  and  its  taxable  valuation  nearly  four  times  greater  than 
theirs'.  The  inferences  from  these  facts  are  too  plain  to  require  to  be 
mentioned. 

As  an  offset  to  portions  of  the  trade  of  the  counties  named,  which 
it  may  be  claimed  would  not  pass  over  this  road,  we  omit  what  it 
would  necessarily  attract  from  counties  not  enumerated,  as  Carroll, 
Guernsey,  Holmes,  Muskingum,  Knox,  Delaware,  Perry,  Pickaway, 
Madison,  Clarke,  Greene,  &e.,  &e.,  being  confident  that  a  correct 
adjustment  of  the  difference  would  show  a  balance  in  favor  of  our 
road.  It  may  be  sufficient,  in  regard  to  the  agricultural  products  of 
the  country  traversed  by  this  road,  to  say  that  it  passes  from  the 
valley  of  the  Ohio  into  those  of  the  Tuscarawas  and  Scioto,  and 
forms  a  communication  with  those  of  the  two  Miainis.  These 
valleys  compose  the  agriculturol  wealth  of  Central  Ohio. 

But  there  is  another  fact,  of  immense  importance,  which  should 
not  he  omitted  in  stating  the  comparative  advantages  of  this  route  for 
a  rail  road.  It  is  this  :  It  traverses  one  of  the  best  bituminous  eoal 
regions  in  the  United  States.  From  the  Ohio  river  westward  to  the 
Tuscarawas,  a  distance  of  over  50  miles,  the  whole  country  abounds 
in  coal,  of  the  best  quality  and  easily  mined.  To  the  west  of  the 
Tuscarawas  valley,  no  coal  is  found.  Hence  a  large  trade  in  this 
article  would  be  at  once  opened,  between  eastern,  and  central  and 
southern  Ohio.  This  trade  would  pass  in  an  opposite  direction  to  that 
of  the  agricultural  products  exported,,  thus  giving  full  employment  to 
the  road  in  both  directions.  No  estimate  can  be  formed  of  the  amount 
of  this  coal  trade,  as  all  experience  proves  that  the  consumption  of 
coal  increases  precisely  in  the  ratio  that  you  reduce  its  cost.  When 
it  is  recollected  that  rail  roads  of  equal  extent,  and  much  greater  cost, 
than  this,  have  been  constructed  and  found  profitable  for  the  exclusive 
business  of  transporting  coal;  and  others  for  the  exclusive  business 
of  transporting  agricultural  products,  which  have  also  proved  profitable, 
who  can  doubt  the  result,  when  both  these  advantages,  in  their  greates 
extent,  are  combined  in  the  one  road  ?  No  other  road,  in  the  entire 
west,  or  perhaps  in  the  United  States,  embraces,  to  an  equal  extent, 
resources  in  local  trade ,  which  this  one  undoubtedly  does. 
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But  we  must  not  overlook  the  through  travel  and  trade  which  the 
road  would  also  command.  Most  of  the  travel  between  Pittsburgh 
and  Cincinnati  would  certainly  be  diverted  from  the  circuitous  river 
route,  to  this  road.  Time  is  the  great  element  to  be  saved  in  travel. 
The  distance  saved  over  the  river  route  would  be  190  miles.  The 
time  would  be  about  24  hours  on  each  trip.  This  saving,  in  both 
distance  and  time,  would  command  the  tr  avel.  A  low  estimate 
would  place  the  amount  of  travel  at  least  at  100  passengers  dai]y? 
each  way.  This  would  itself  more  than  sustain  the  road. 

Our  road,  therefore,  will  command  three  distinct  and  independent 
sources  of  profit,  either  one  of  which  would  be  more  than  adequate 
to  make  it  a  paying  investment.  These  are— 

1st.  The  local  produce  business  and  way  travel  of  the  country 
traversed. 

2d.  The  coal  which  it  would  transport. 

od.  The  through  travel  and  trade  which  it  would  command. 

THIRD — No  other  road  can  he  constructed  to  divert  from  this 
the  travel  and  trade  passing  from,  Central  Ohio  to  the  eastern 
Atlantic,  cities. 

The  reason  of  this  is  obvious  from  a  glance  at  the  accompanying 
map,  from  which  it  is  apparent  that  no  other  route  can  be  located 
possessing  equal  advantages  in  distance,  or  directness  of  course. 
The  same  remark  applies  to  the  grades  and  curves  of  the  road. 

Columbus  is  very  near  the  geographical  centre  of  the  State  of 
Ohio.  Taking  it  as  the  starting  point,  we  ascertain  the  following 
comparative  distances  to  the  eastern  cities,  by  the  only  routes  in 
contemplation,  or  likely  to  be  constructed : 


From  Columbus  to  Pittsburgh  via  Steubenville . 195  miles. 

From  Columbus  to  Pittsburgh  via  Pcnn’a.  and  Ohio  Kail  Road . 243  “■ 

Difference .  48 


[Of  course  the  same  difference  is  found  to  Philadelphia.] 


From  Columbus  to  Baltimore  via  Wheeling  and  Balt.  &  Ohio  Rail  Road. 544  miles. 
From  Columbus  to  Baltimore  via  Steubenville,  Fitirburgdr  Harrisburg.  .523  “ 

Difference . 21  " 

From  Columbus  to  New  York  via  Cleveland  and  Erie  Rail  Road . 751  miles. 

From  Columbus  to  New  York  via  Steubenville,  Pittsburgh  and  Philad’a.651  “ 

Difference  100  “ 
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Fourth — The  natural  direction  of  trade  for  the  exports  and 

imports  of  Central  Ohio  is  by  tins  route. 

Other  things  bein<r  equal,  trade  will  take  the  shortest  and  cheapest 
route  to  a  market.  Since  the  construction  of  the  Xew  lork  and 
Ohio  canals,  they  have  afforded  the  cheapest,  though  not  the  shortest 
route  for  the  trade  of  central  Ohio.  Hence,  although  Philadelphia 
is  the  nearest,  and  that  which  nature  seems  to  have  designed  as 
the  proper  market  for  Central  Ohio,  yet  Xew  York  and  Boston  have 
nearly  monopolised  its  trade.  It  can  only  be  restored  by  the 
•construction  of  roads  possessing  superior  advantages  to  those  leading 
northward.  Not  only  will  Philadelphia  find  this  necessary  in  order 
to  recover  the  trade  which  she  has  lost,  but  even  to  retain  that 
which  she  now  possesses.  The  only  part  of  the  trade  of  Ohio  which 
now  goes  to  Philadelphia,  is  that  from  the  counties  bordering  on  the 
Ohio  river.  So  soon  as  the  Wellsville  and  Cleveland  .toad  is  in 
•operation,  a  great  part  of  this  will  leave  the  river  at  Wellsville, 
instead  of  passing  on  to  Pittsburgh.  This  must  necessarily  tend  to 
divide  the  trade  which  Philadelphia  and  Pittsburgh  still  derive  from 
the  west;  and  in  a  low  stage  of  the  Ohio,  nearly  all  of  it  will  leave 
the  river  at  Wellsville. 

It  is  claimed  that  the  Pennsylvania  and  Ohio  road  will  secure 
this  trade  to  Pittsburgh  and  Philadelphia.  There  can  be  no  doubt 
hut  that  this  road  will  open  to  Pittsburgh  an  immense  market  lor 
her  manufactures  of  iron,  glass,  cotton,  &c.,  which  may  amply 
remunerate  her  for  its  construction.  But  will  it.  divert  the  exports 
of  central  Ohio,  Indiana,  Illinois  and  Missouri  from  New  York  and 
Boston,  to  Philadelphia  ?  A  glance  at  the  map  will  show  that  in 
order  to  reach  Pittsburgh  by  this  route,  the  entire  trade  of  this 
region  must  pass  the  point  of  intersection  of  the  Columbus  and 
Cleveland  road  at  Gabon.  This  is  72  miles  from  Cleveland,  on  a 
dead  level  and  without  a  curve. 

This  distance  from  Gabon  to  Cleveland  will  be  run  in  2 1  hours. 
From  Gabon  to  Pittsburgh  the  distance  is  180  miles,  on  a,  serpentine 
road ,  v:ith  grades  of  fifty  feet  to  the  mile.  It  may  be  run  in  nine 
hours,  making  a  difference  of  6-2-  hours  in  favor  of  Cleveland. 

This  6 1  hours  will  carry  the  trade  to  Buffalo  in  the  same  time 
required  to  carry  it  to  Pittsburgh.  The  distance  from  Buffalo  to 
Albany  is  mil°s :  from  Pi  Hr  burgh  to  Philadelphia,  “55  miles: 
difference  in  favor  of  Albany,  23  miles. 
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But  when  it  is  recollected  that  Albany  is  much  nearer  to  the* 
Boston  and  New  England  markets,  the  great  consumers  of  western 
produce,  than  Philadelphia  is;  and  that  flour  and  wheat  always 
command  a  higher  price  at  Albany  than  at  Philadelphia,  it  is 
not  difficult  to  answer  the  question  whether  the  Pennsylvania 
and  Ohio  road  will  divert  this  trade  from  the  northern  markets. 
The  entire  trade  of  central  Ohio,  Indiana,  Illinois  and  Missouri,  in 
order  to  reach  Pittsburgh  by  the  Pennsylvania  and  Ohio  road,  must 
pass  iMs  point-  of  intersecntion.  at.  Galion.  This  is  unavoidable.  Once 
at  Galion,  no  one  can  doubt  for  a  moment,  if  he  will  look  at  facts 
and  figures  as  they  exist,  what  direction  the  trade  would  take  from 
I  hat  point  eastward.  Galion  is  too  near  the  lake  for  Philadelphia  to 
attempt  to  divert  a  trade,  once  there,  from  New  York  and  New 
England  influence.  Galion  is  within  the  circle  of  that  wide-spreading 
whirlpool  which  carries  all  that  it  reaches  to  these  northern  markets. 

Another  and  very  different  question  here  presents  itself,  viz  :  How 
for  on  the  Penn*!/) ratlin  and  Ohio  road ,  may  the  local  trvde  be 
expected  to  be  attracted,  toward, $  Cleveland ?  We  leave  the  solution 
of  this  to  those  more  deeply  interested;  but  probably  Cleveland 
understands  it  as  well  as  Pittsburgh  does. 

The  Steubenville  and  Indiana  road,  on  the  coutrary,  while  it 
reaches  Philadelphia  by  a  shorter  distance  from  central  Ohio  than 
that  by  the  northern  road,  never  approaches  the  lake  at  any  point 
much  nearer  than  that  from  which  it  starts.  Hence,  whatever 
superior  advantages  the  more  northern  road  may  possess  as  a  means 
of  access  to  the  lake  country,  and  of  these  we  do  not  wish  to  speak 
disparagingly,  it  is  evident,  that  as  a  means  of  attracting  western 
trade  to  Pittsburgh  and  Philadelphia,  it  will  not  bear  a  comparison 
with  that  which  we  propose. 

Want  of  time  and  a  desire  to  compress  what  we  wish  to  say 

within  a  reasonable  and  readable  compass,  prevent  us  from  presenting 

other  matters  having  an  important  bearing  on  this  question. 

DANIEL  KILGORE,  President. 
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